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(57) ABSTRACT 

A requested injection amount of fuel necessary during 
ignition cut-01f at the time of start at an extremely loW 
temperature is calculated (step ST2), injection start timing 
and injection end timing between Which Wetting of a spark 
plug by fuel is less likely are set (step ST3), and the number 
of times of ignition cut-01f is calculated based on the 
injection start timing and the injection end timing and the 
requested injection amount (step ST4). The injection start 
timing and the injection end timing are thus restricted to 
timings between Which plug Wetting is less likely, and the 
number of times of ignition cut-01f is calculated based on the 
injection start timing and the injection end timing and the 
requested injection amount, so that Wetting of the spark plug 
by fuel at the extremely loW temperature can be avoided 
even in an in-cylinder direct-injection engine. 

12 Claims, 5 Drawing Sheets 
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FIG. 3 
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CONTROL DEVICE OF IN-CYLINDER 
DIRECT-INJECTION INTERNAL 

COMBUSTION ENGINE 

This nonprovisional application is based on Japanese 
Patent Application No. 2005-205962 ?led With the Japan 
Patent Of?ce on Jul. 14, 2005, the entire contents of Which 
are hereby incorporated by reference. 

FIELD OF THE INVENTION 

The present invention relates to a control device of an 
in-cylinder direct-injection internal combustion engine 
mounted on a vehicle or the like, and more speci?cally to a 
control device of an in-cylinder direct-injection internal 
combustion engine controlling ignition cut-off for suspend 
ing ignition of an air-fuel mixture in a combustion chamber 
When the internal combustion engine is started at an 
extremely loW temperature. 

DESCRIPTION OF THE BACKGROUND ART 

An in-cylinder direct-injection internal combustion 
engine (hereinafter, also referred to as an in-cylinder direct 
injection engine) is an engine of such a type that a fuel 
injection valve (injector) is arranged in each cylinder, fuel 
such as gasoline is directly injected into a combustion 
chamber from the fuel injection valve so that the fuel is 
mixed With intake air introduced through an intake port into 
the combustion chamber to form an air-fuel mixture, and the 
air-fuel mixture is ignited by a spark plug. Demand for the 
in-cylinder direct-injection engine has rapidly increased, 
because of its excellence in fuel ef?ciency, loW emission, 
high poWer, and the like. 
On the other hand, in the in-cylinder direct-injection 

engine, a time period from fuel injection until the fuel 
reaches an ignition position is shorter than in a port injection 
engine injecting fuel into the intake port. Accordingly, 
atomiZation of the fuel injected into the cylinder is insuf? 
cient at the time of start at an extremely loW temperature (for 
example, —250 C. or loWer), Which leads to unsatisfactory 
ignition and poor starting capability. 

Methods for solving such problems at the time of start at 
the extremely loW temperature include a method of cutting 
off ignition, that is, prohibiting ignition for at least one cycle 
during cranking at the time of start at the extremely loW 
temperature (for example, see Japanese Patent Laying-Open 
No. 2000-097071) and a method of performing solely fuel 
injection With ignition by the spark plug being cut off for a 
prescribed period (ignition cut-off period) at the initial stage 
of start, and starting ignition along With fuel injection only 
after the ignition cut-off period has passed (for example, see 
Japanese Patent Laying-Open No. 11-270387). By carrying 
out such ignition cut-off, fuel that can contribute to com 
bustion (ignition) can be accumulated in the cylinder. 

In the in-cylinder direct-injection engine, hoWever, sim 
ply supplying the fuel With ignition being cut off at the time 
of start at the extremely loW temperature leads to occurrence 
of Wetting of the spark plug by fuel (hereinafter, also 
referred to as plug Wetting) and poorer starting capability. 
Particularly, as an in-cylinder direct-injection engine in 
Which combustion is unsatisfactory due to a shape of the 
combustion chamber or the like or an in-cylinder direct 
injection engine in Which friction is large is an engine loW 
in generated torque and hard to start, such an engine tends 
to experience start failure at the extremely loW temperature. 
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2 
The patent documents mentioned above are silent about 

such problems of plug Wetting at the time of start at the 
extremely loW temperature, and the methods described in 
these patent documents, that is, the method of prohibiting 
ignition for at least one cycle during cranking and the 
method of performing solely fuel injection With ignition 
being cut off for a prescribed period at the initial stage of 
start cannot solve these problems. 

SUMMARY OF THE INVENTION 

The present invention Was made in consideration of the 
above-described situations. An object of the present inven 
tion is to provide a control device of an in-cylinder direct 
injection internal combustion engine capable of avoiding 
Wetting of a spark plug by fuel at an extremely loW tem 
perature in start control for controlling ignition cut-off in the 
in-cylinder direct-injection internal combustion engine 
When the engine is started at the extremely loW temperature 
as Well as improving starting capability at the extremely loW 
temperature. 
The present invention is directed to a control device of an 

in-cylinder direct-injection internal combustion engine 
applied to an in-cylinder direct-injection internal combus 
tion engine, in Which fuel is directly injected into a com 
bustion chamber of each cylinder from a fuel injection valve 
and an air-fuel mixture formed by fuel injection is ignited by 
a spark plug and burnt, and controlling ignition cut-off for 
suspending ignition by the spark plug When the internal 
combustion engine is started at an extremely loW tempera 
ture. The control device of an in-cylinder direct-injection 
internal combustion engine includes: an injection amount 
calculating unit calculating a requested injection amount of 
fuel necessary during ignition cut-off based on a temperature 
of engine coolant When the internal combustion engine is 
started at the extremely loW temperature; an injection timing 
setting unit setting injection start timing and injection end 
timing betWeen Which Wetting of the spark plug by fuel is 
less likely; an ignition cut-off times calculating unit calcu 
lating the number of times of ignition cut-off based on the set 
injection start timing and injection end timing and a calcu 
lated value of the requested injection amount; and a start 
control unit carrying out ignition cut-off at the time of start 
at the extremely loW temperature based on a calculated value 
of the number of times of ignition cut-off. 

According to the present invention, a requested injection 
amount of fuel necessary during ignition cut-off at the time 
of start at the extremely loW temperature is calculated and 
the fuel injection start timing and the fuel injection end 
timing are restricted to timings betWeen Which plug Wetting 
is less likely. In addition, the number of times of ignition 
cut-off is calculated based on the injection start timing and 
the injection end timing and the requested injection amount. 
Therefore, even in an in-cylinder direct-inj ection engine in 
Which combustion is unsatisfactory due to a shape of the 
combustion chamber or the like or an in-cylinder direct 
injection engine in Which friction is large, Wetting of the 
spark plug by fuel can be avoided by restricting the injection 
start timing and the injection end timing for start at the 
extremely loW temperature in accordance With characteris 
tics of each engine. Successful ?rst cycle at the time of start 
at the extremely loW temperature can thus be ensured and 
excellent starting capability can be achieved. 
The present invention may be con?gured such that a 

?rst-injection cylinder in Which fuel Was injected ?rst during 
ignition cut-off is determined and ignition is started When 
next fuel injection is performed in the ?rst-injection cylinder 
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after the fuel in the requested injection amount for each 
cylinder is supplied to the ?rst-injection cylinder. By adopt 
ing such a con?guration, fuel supply in an amount greater 
than the requested injection amount to the ?rst-injection 
cylinder is avoided. In addition, as fuel supply in an amount 
greater than the requested injection amount also to a cylinder 
in Which fuel is injected subsequent to the ?rst-injection 
cylinder is avoided by starting ignition from the ?rst 
injection cylinder, smoldering of the spark plug after igni 
tion can be avoided. 

The present invention may be con?gured such that a 
?rst-injection cylinder in Which fuel Was injected ?rst during 
ignition cut-off is determined and ignition is started When 
next fuel injection is performed after the end of fuel injection 
as many times as the calculated value of the number of times 
of ignition cut-off for all cylinders counting from fuel 
injection in the ?rst-injection cylinder. 

Here, the injection start timing and the injection end 
timing betWeen Which Wetting of the spark plug by fuel is 
less likely Will be described. 

Initially, in an in-cylinder direct-injection engine having 
excellent generated torque at the time of start, even if a 
period during Which fuel injection is alloWed is maximized 
(for example, injection start timing is set to BTDC 390° and 
injection end timing is set to BTDC 60°) and the fuel is 
injected on the side of the top dead center (TDC), the engine 
can successfully be started, because the torque is generated 
and the engine speed increases When combustion proceeds 
to some extent. In contrast, the in-cylinder direct-injection 
engine in Which combustion is unsatisfactory due to a shape 
of the combustion chamber or the like or the in-cylinder 
direct-injection engine in Which friction is large is loW in the 
generated torque and hard to start. Accordingly, if the fuel is 
injected on the top dead center side, liquid fuel that impinges 
on a top surface of the piston or the like and is rebound 
directly hits the spark plug, Which causes plug Wetting. 
Then, satisfactory ?rst cycle is not achieved and start failure 
may occur. Considering such aspects, according to the 
present invention, both the injection start timing and the 
injection end timing are restricted to timings except for 
timing around the top dead center (see FIG. 5), thereby 
avoiding plug Wetting. If the injection start timing and the 
injection end timing are excessively restricted, ignition is cut 
off too many times. Therefore, the injection start timing and 
the injection end timing should be set, taking into account 
balance betWeen plug Wetting avoidance and the number of 
times of ignition cut-off described above. 

According to the present invention, a requested injection 
amount of fuel necessary during ignition cut-off at the time 
of start at the extremely loW temperature is calculated and 
the fuel injection start timing and the fuel injection end 
timing are restricted to timings betWeen Which plug Wetting 
is less likely. In addition, the number of times of ignition 
cut-off is calculated based on the injection start timing and 
the injection end timing and the requested injection amount. 
Therefore, Wetting of the spark plug by fuel at the extremely 
loW temperature can be avoided and starting capability at the 
extremely loW temperature can be improved. 

The foregoing and other objects, features, aspects and 
advantages of the present invention Will become more 
apparent from the folloWing detailed description of the 
present invention When taken in conjunction With the 
accompanying draWings. 
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BRIEF DESCRIPTION OF THE DRAWINGS 

FIG. 1 is a schematic diagram shoWing a con?guration of 
an exemplary in-cylinder direct-injection engine to Which 
the present invention is applied. 

FIG. 2 is a block diagram shoWing a con?guration of a 
control system such as an ECU. 

FIG. 3 is a ?owchart shoWing one example of processing 
for controlling start at an extremely loW temperature 
executed by the ECU. 

FIG. 4 is a ?owchart shoWing another example of pro 
cessing for controlling start at an extremely loW temperature 
executed by the ECU. 

FIG. 5 illustrates injection start timing and injection end 
timing betWeen Which plug Wetting is less likely. 

DESCRIPTION OF THE PREFERRED 
EMBODIMENTS 

An embodiment of the present invention Will be described 
hereinafter With reference to the draWings. 

Initially, an engine (internal combustion engine) to Which 
the present invention is applied Will be described. 

Engine 
FIG. 1 schematically shoWs a con?guration of an engine 

to Which the present invention is applied. It is noted that 
FIG. 1 shoWs solely the con?guration of one cylinder of the 
engine. 
An engine 1 is implemented, for example, by an in 

cylinder direct-injection six-cylinder gasoline engine having 
six cylinders (cylinder #1 to cylinder #6), and includes a 
piston 10 forming a combustion chamber 111 and a crank 
shaft 15 serving as an output shaft. Piston 10 is connected to 
crankshaft 15 through a connecting rod 16, so that recipro 
cating motion of piston 10 is converted to rotation of 
crankshaft 15 by connecting rod 16. 
A ring gear 17 is provided in crankshaft 15. Ring gear 17 

is engaged With a pinion gear 18 of a starter motor 7 Which 
is started When engine 1 is started, and cranking of engine 
1 is carried out by using rotation of ring gear 17 along With 
actuation of starter motor 7. 

A signal rotor 19 having a plurality of protrusions (teeth) 
19a . . . 1911 on its outer circumferential surface is attached 

to crankshaft 15. A crank position sensor 35 is arranged in 
the vicinity of signal rotor 19 on the lateral side. Crank 
position sensor 35 is implemented, for example, by an 
electromagnetic pickup, and generates a pulse-like signal 
(output pulse) corresponding to protrusions 19a of signal 
rotor 19 When crankshaft 15 rotates. 
A spark plug 3 is arranged in combustion chamber 111 of 

engine 1 for each cylinder #1 to #6. An igniter 4 adjusts 
ignition timing of spark plug 3. A coolant temperature sensor 
31 for detecting a temperature of a coolant (coolant tem 
perature) that circulates through a Water jacket 1b is 
arranged in engine 1. 
An intake manifold 11 and an exhaust manifold 12 are 

connected to combustion chamber 111 of engine 1. An intake 
valve 13 is provided betWeen intake manifold 11 and com 
bustion chamber 1a. By opening/closing intake valve 13, 
connection or disconnection betWeen intake manifold 11 and 
combustion chamber 111 is achieved. In addition, an exhaust 
valve 14 is provided betWeen exhaust manifold 12 and 
combustion chamber 1a. By opening/closing exhaust valve 
14, connection or disconnection betWeen exhaust manifold 
12 and combustion chamber 111 is achieved. Opening/clos 
ing of intake valve 13 and exhaust valve 14 is achieved by 
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rotation of an intake camshaft 21 and an exhaust camshaft 22 
to Which rotation of crankshaft 15 is transmitted. 

A cam position sensor 36 for determining a cylinder is 
arranged in the vicinity of intake camshaft 21. Cam position 
sensor 36 is implemented, for example, by an electromag 
netic pickup, and arranged to oppose to one protrusion 
(tooth) on an outer circumferential surface of a rotor pro 
vided in a manner integrated With intake camshaft 21. Cam 
position sensor 36 generates a pulse-like signal When intake 
camshaft 21 rotates. As intake camshaft 21 rotates at a speed 
half that of crankshaft 15, cam position sensor 36 generates 
one pulse-like signal (output pulse) for each rotation by 7200 
of crankshaft 15. 

A throttle valve 5 for regulating an intake air amount in 
engine 1 is arranged upstream of intake manifold 11. 
Throttle valve 5 is driven by a throttle motor 6. A position 
of throttle valve 5 is detected by a throttle position sensor 34. 
In addition, a vacuum sensor 32 for detecting a pressure 
(intake pressure) in intake manifold 11 is arranged in intake 
manifold 11 on the doWnstream side of throttle valve 5. A 
three-Way catalyst 8 is arranged in exhaust manifold 12 of 
engine 1. 

Engine 1 is provided With an injector (fuel injection 
valve) 2 directly injecting fuel into combustion chamber 111 
for each cylinder #1 to #6. A high-pressure fuel is supplied 
to injector 2 in each cylinder, and the fuel is directly injected 
from each injector 2 into combustion chamber 1a, so that the 
air-fuel mixture resulted from mixing of air and fuel is 
formed in combustion chamber 1a, ignited by spark plug 3, 
and burnt in combustion chamber 1a. As a result of com 
bustion of the air-fuel mixture in combustion chamber 111, 
piston 10 carries out reciprocating motion and crankshaft 15 
rotates. 

An operation state of engine 1 above is controlled by an 
ECU (electronic control unit) 100. 
ECU 

As shoWn in FIG. 2, ECU 100 includes a CPU 101, an 
ROM 102, an RAM 103, a back-up RAM 104, and a counter 
105 counting the number of times of fuel injection While 
ignition is cut olf, Which Will be described later. 
ROM 102 stores a variety of control programs, maps that 

are referred to in execution of the variety of control pro 
grams, and the like. CPU 101 performs operational process 
ing based on the variety of control programs and maps stored 
in ROM 102. RAM 103 serves as a memory that temporarily 
stores a result of operation performed in CPU 101, data input 
from each sensor, and the like. Back-up RAM 104 serves as 
a non-volatile memory that stores data or the like to be 
stored When engine 1 is stopped. ROM 102, CPU 101, RAM 
103, back-up RAM 104, and counter 105 are connected to 
each other through a bus 108, and connected to an external 
input circuit 106 and an external output circuit 107. 

Coolant temperature sensor 31, vacuum sensor 32, an 
accelerator position sensor 33, throttle position sensor 34, 
crank position sensor 35, cam position sensor 36, an ignition 
sWitch 37, and the like are connected to external input circuit 
106. MeanWhile, injector 2, igniter 4 of ignition plug 3, 
throttle motor 6 of throttle valve 5, starter motor 7, and the 
like are connected to external output circuit 107. 

ECU 100 carries out various types of control of engine 1 
such as opening/closing control of injector 2 (control of the 
fuel injection start timing and the fuel injection end timing), 
based on outputs from various sensors such as coolant 
temperature sensor 31, vacuum sensor 32, accelerator posi 
tion sensor 33, throttle position sensor 34, crank position 
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6 
sensor 35, cam position sensor 36, and the like. In addition, 
ECU 100 controls start at an extremely loW temperature 
described beloW. 

Control of Start at Extremely LoW Temperature 
An example of processing for controlling start at the 

extremely loW temperature executed by ECU 100 Will be 
described With reference to the ?owchart shoWn in FIG. 3. 
It is noted that the present embodiment is directed, for 
example, to an engine loW in generated torque at the time of 
start, such as an in-cylinder direct-inj ection engine in Which 
combustion is unsatisfactory due to a shape of the combus 
tion chamber or the like or an in-cylinder direct-injection 
engine in Which friction is large. 

Initially, in step ST1, When a request to start engine 1 
(ignition sWitch ON) is made, a coolant temperature is read 
from the output from coolant temperature sensor 31. If the 
coolant temperature is not higher than a prescribed value 
(for example, —25° C.), it is determined that a “request for 
start at the extremely loW temperature has been made” and 
the routine proceeds to step ST2. If the result of determi 
nation in step ST1 indicates NO, the routine ends. 

In step ST2, an amount of fuel injection necessary during 
ignition cut-olf (hereinafter, referred to as requested injec 
tion amount) is calculated from the map based on the coolant 
temperature. The map for calculating the requested injection 
amount is a map taking into account an amount of fuel used 
for Wetting the piston at the extremely loW temperature. This 
map is created using the coolant temperature of engine 1 as 
a parameter, and stored in ROM 102 of ECU 100. 

Then, in step ST3, the injection start timing and the 
injection end timing betWeen Which Wetting of spark plug 3 
by fuel is less likely are set. The injection timing that is set 
Will be described beloW. 
As described above, the in-cylinder direct-injection 

engine in Which combustion is unsatisfactory due to a shape 
of the combustion chamber or the like or the in-cylinder 
direct-injection engine in Which friction is large is an engine 
loW in the generated torque and hard to start. Accordingly, 
if the fuel is injected on the top dead center side at the time 
of start at the extremely loW temperature, liquid fuel that 
impinges on a top surface of the piston or the like and is 
rebound directly hits spark plug 3, Which causes plug 
Wetting. In order to avoid such plug Wetting, in this embodi 
ment, both the injection start timing and the injection end 
timing are set to timings except for timing around the top 
dead center. For example, the injection start timing is set to 
BTDC 300° and the injection end timing is set to BTDC 90° 
(or the injection start timing is set to BTDC 270° and the 
injection end timing is set to BTDC 120°) as shoWn in FIG. 
5. The injection start timing and the injection end timing are 
set in such a manner that the timings are stored in advance 
in ROM 102 or the like of ECU 100 and they are read and 
set at the time of start at the extremely loW temperature. 

In step ST4, the number of times of ignition cut-olf is 
calculated based on the calculated value of the requested 
injection amount calculated in step ST2, the injection start 
timing and the injection end timing set in step ST3, and the 
cranking speed set in advance. 

Here, in the case of a six-cylinder engine, the number of 
times of ignition cut-olf is set, for example, to 6 (once for 
one cylinder), 12 (tWice for one cylinder), 18 (three times for 
one cylinder), and so on. In the present embodiment, an 
example in Which the calculated value of the times of 
ignition cut-olf is set to 12 (fuel injection tWice (injection in 
tWo rounds)) Will be described. If the number of times of 
ignition cut-olf is equal to or larger than that comparable to 
tWo rounds (injection in tWo or more rounds), the exhaust 
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stroke comes during ignition cut-olf, however, fuel supply as 
a result of ignition cut-olf is used for compensation for 
piston wetting. Therefore, an amount of fuel exhausted in the 
exhaust stroke can be small, and error with respect to the 
requested injection amount is not great. 

After the processing for calculating the number of times 
of ignition cut-olf above is completed, cranking is started 
(step ST5), and solely fuel injection is performed while 
ignition is being cut oif (step ST6). Here, fuel injection with 
ignition being cut olf is performed, starting at the injection 
start timing and ending at the injection end timing set in step 
ST3 above. In addition, the number of times of ignition 
cut-olf is set to the value calculated in step ST4 (12 for all 
cylinders, and 2 for each cylinder). 

Thereafter, in step ST7, a cylinder in which the fuel was 
injected ?rst during ignition cut-olf (hereinafter, referred to 
as ?rst-injection cylinder) is determined based on outputs 
from crank position sensor 35 and cam position sensor 36. 
For example, if cylinder #3 is the ?rst-injection cylinder, 
?rst-round fuel injection during ignition cut-olf is performed 
in the order of cylinder #3Qcylinder #4Qcylinder #5—>cyl 
inder #6Qcylinder #lQcylinder #2. Second-round fuel 
injection during ignition cut-olf is performed in the similar 
order. 

Then, in step ST8, whether or not fuel injection in the 
?rst-injection cylinder (for example, cylinder #3) is third 
round fuel injection is determined. If the result of determi 
nation is YES, it is determined that the fuel in the requested 
injection amount for each cylinder (fuel injection twice) has 
been supplied to the ?rst-injection cylinder (for example, 
cylinder #3), and ignition (?rst cycle) is started from the 
?rst-injection cylinder (step ST9). This routine thus ends. 

According to control of start at the extremely low tem 
perature in the present embodiment, the requested injection 
amount of fuel necessary during ignition cut-olf at the time 
of start at the extremely low temperature is calculated and 
the injection start timing and the injection end timing are 
restricted to timings between which plug wetting is less 
likely. In addition, the number of times of ignition cut-olf is 
calculated based on the injection start timing and the injec 
tion end timing and the requested injection amount. There 
fore, wetting of spark plug 3 by fuel at the time of start at 
the extremely low temperature can be avoided even in an 
in-cylinder direct-injection engine in which combustion is 
unsatisfactory due to a shape of the combustion chamber or 
the like or an in-cylinder direct-injection engine in which 
friction is large. Successful ?rst cycle can thus be ensured at 
the time of start at the extremely low temperature and 
starting capability is improved. 

Moreover, the ?rst-injection cylinder (for example, cyl 
inder #3) is determined during ignition cut-olf and ignition 
is started when third-round fuel injection is performed after 
the fuel in the requested injection amount for each cylinder 
is supplied to the ?rst-injection cylinder. Therefore, fuel 
supply in an amount greater than the requested injection 
amount to the ?rst-injection cylinder is avoided. Further, in 
third-round fuel injection, ignition is performed also in 
cylinders (for example, cylinder #4, cylinder #5, cylinder #6, 
cylinder #1, cylinder #2) where fuel is injected subsequent 
to the ?rst-injection cylinder (for example, cylinder #3). 
Therefore, fuel supply in an amount greater than the 
requested injection amount is avoided also in these cylin 
ders. By thus controlling the supply and injection amount for 
each cylinder during ignition cut-olf, the fuel in each cyl 
inder #1 to #6 does not become richer with respect to the 
requested injection amount, and smoldering of spark plug 3 
after ignition can be avoided. 
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8 
Here, if the engine is restarted at the extremely low 

temperature after the engine is stopped during ignition 
cut-olf at the time of start at the extremely low temperature, 
the following problem arises. 

For example, if ignition cut-olf is started from cylinder #3 
and engine 1 is stopped (cranking stop) at the time point 
when ninth ignition cut-olf out of l2-times ignition cut-olf 
ends (that is, the time point when second-round fuel inj ec 
tion in cylinder #5 ends), crankshaft 15 rotates through 
inertia and the crank position is displaced, in which case, 
fuel injection in cylinder #6 where second-round fuel injec 
tion should be performed may not be performed. If remain 
ing ignition cut-olf, that is, three-times ignition cut-olf, is 
performed in such a state at next restart, fuel injection is 
performed three times starting from cylinder #1, skipping 
cylinder #6, which means that fuel injection in cylinder #3 
is performed three times. Then, the fuel in cylinder #3 
becomes over-rich, plug wetting takes place, and start may 
fail. 

In this regard, according to control for start at the 
extremely low temperature in this embodiment, as described 
above, ignition is started without fail when third-round fuel 
injection in cylinder #3 is performed after the fuel in the 
requested injection amount for each cylinder is supplied 
(fuel injection twice) to cylinder #3 which is the ?rst 
injection cylinder. Therefore, even if the crank position is 
displaced as described above, the fuel in cylinder #3 which 
is the ?rst-injection cylinder does not become over-rich and 
excellent start capability can be obtained. 

Another Embodiment of Control of Start at Extremely 
Low Temperature 

Another example for processing for controlling start at the 
extremely low temperature executed by ECU 100 will be 
described with reference to the ?owchart shown in FIG. 4. 
The present embodiment is also directed to an engine low in 
generated torque at the time of start, such as an in-cylinder 
direct-injection engine in which combustion is unsatisfac 
tory due to a shape of the combustion chamber or the like or 
an in-cylinder direct-injection engine in which friction is 
large. It is noted that each processing in step ST21 to step 
ST25 in the ?owchart in FIG. 4 is the same as that in step 
ST1 to step ST5 in FIG. 3 and detailed description thereof 
will not be provided. 

In the present embodiment, when a request for start at the 
extremely low temperature is made, the number of times of 
ignition cut-olf (12 times) is calculated in step ST24 and 
cranking is started in step ST25. Thereafter, the ?rst-injec 
tion cylinder in which the fuel was injected ?rst (for 
example, cylinder #3) is determined based on outputs from 
crank position sensor 35 and cam position sensor 36 (step 

ST26). 
Then, counting of the number of times of injection from 

the ?rst-injection cylinder is started (step ST27). Ignition is 
cut oif until the injection count attains to 12, and ignition is 
started from 13th injection (for example, ignition (?rst 
cycle) of cylinder #3 which is the ?rst-injection cylinder) 
(step ST28). This routine thus ends. 
As described above, start of ignition after ignition cut-olf 

can be controlled also by using the number of times of 
ignition cut-olf in all cylinders, instead of controlling the 
number of times of ignition cut-olf for each cylinder 
(amount of supply and injection). 
According to control of start at the extremely low tem 

perature in the present embodiment as well, the requested 
injection amount of fuel necessary during ignition cut-olf at 
the time of start at the extremely low temperature is calcu 
lated and the injection start timing and the injection end 
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timing are restricted to timings between Which plug Wetting 
is less likely. In addition, the number of times of ignition 
cut-off is calculated based on the injection start timing and 
the injection end timing and the requested injection amount. 
Therefore, Wetting of spark plug 3 by fuel at the time of start 
at the extremely loW temperature can be avoided even in an 
in-cylinder direct-injection engine in Which combustion is 
unsatisfactory due to a shape of the combustion chamber or 
the like or an in-cylinder direct-injection engine in Which 
friction is large. Successful ?rst cycle can thus be ensured at 
the time of start at the extremely loW temperature and 
starting capability is improved. 

In the embodiment above, the present invention has been 
applied to an in-cylinder direct-injection engine in Which 
combustion is unsatisfactory due to a shape of the combus 
tion chamber or the like or an in-cylinder direct-injection 
engine in Which friction is large. The present invention, 
hoWever, is not limited as such, and it is also applicable to 
other in-cylinder direct-injection engines in Which, in spite 
of its excellent start torque, plug Wetting during ignition 
cut-off is likely at the time of start at the extremely loW 
temperature. 

In the embodiment above, the present invention has been 
applied to an in-cylinder direct-injection six-cylinder gaso 
line engine, hoWever, the present invention is not limited as 
such, and it is also applicable to other in-cylinder direct 
injection gasoline engines having any number of cylinders, 
such as an in-cylinder direct-injection four-cylinder gasoline 
engine. 

Although the present invention has been described and 
illustrated in detail, it is clearly understood that the same is 
by Way of illustration and example only and is not to be 
taken by Way of limitation, the spirit and scope of the present 
invention being limited only by the terms of the appended 
claims. 
What is claimed is: 
1. A control device of an in-cylinder direct-injection 

internal combustion engine applied to an in-cylinder direct 
injection internal combustion engine, in Which fuel is 
directly injected into a combustion chamber of each cylinder 
from a fuel injection valve and an air-fuel mixture formed by 
fuel injection is ignited by a spark plug and burnt, and 
controlling ignition cut-off for suspending ignition by said 
spark plug When said internal combustion engine is started 
at an extremely loW temperature, comprising: 

an injection amount calculating unit calculating a 
requested injection amount of fuel necessary during 
ignition cut-off based on a temperature of engine cool 
ant, When said internal combustion engine is started at 
the extremely loW temperature; 

an injection timing setting unit setting injection start 
timing and injection end timing betWeen Which Wetting 
of said spark plug by fuel is less likely; 

an ignition cut-off times calculating unit calculating num 
ber of times of ignition cut-off based on the set injection 
start timing and injection end timing and a calculated 
value of said requested injection amount; and 

a start control unit carrying out ignition cut-off at the time 
of start at the extremely loW temperature based on a 
calculated value of the number of times of ignition 
cut-off. 

2. The control device of an in-cylinder direct-injection 
internal combustion engine according to claim 1, Wherein 

said start control unit determines a ?rst-inj ection cylinder 
in Which fuel Was injected ?rst during said ignition 
cut-off, and starts ignition When next fuel injection is 
performed in the ?rst-inj ection cylinder after the fuel in 
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the requested injection amount for each cylinder is 
supplied to the ?rst-injection cylinder. 

3. The control device of an in-cylinder direct-injection 
internal combustion engine according to claim 2, Wherein 

said injection start timing and injection end timing 
betWeen Which Wetting of said spark plug by fuel is less 
likely are timings except for timing around top dead 
center of the internal combustion engine. 

4. The control device of an in-cylinder direct-injection 
internal combustion engine according to claim 1, Wherein 

said start control unit determines a ?rst-inj ection cylinder 
in Which fuel Was injected ?rst during said ignition 
cut-off, and starts ignition When next fuel injection is 
performed after end of fuel injection as many times as 
the calculated value of the number of times of ignition 
cut-olf for all cylinders counting from fuel injection in 
the ?rst-injection cylinder. 

5. The control device of an in-cylinder direct-injection 
internal combustion engine according to claim 4, Wherein 

said injection start timing and injection end timing 
betWeen Which Wetting of said spark plug by fuel is less 
likely are timings except for timing around top dead 
center of the internal combustion engine. 

6. The control device of an in-cylinder direct-injection 
internal combustion engine according to claim 1, Wherein 

said injection start timing and injection end timing 
betWeen Which Wetting of said spark plug by fuel is less 
likely are timings except for timing around top dead 
center of the internal combustion engine. 

7. A control device of an in-cylinder direct-injection 
internal combustion engine applied to an in-cylinder direct 
injection internal combustion engine, in Which fuel is 
directly injected into a combustion chamber of each cylinder 
from a fuel injection valve and an air-fuel mixture formed by 
fuel injection is ignited by a spark plug and burnt, and 
controlling ignition cut-off for suspending ignition by said 
spark plug When said internal combustion engine is started 
at an extremely loW temperature, comprising: 

injection amount calculating means for calculating a 
requested injection amount of fuel necessary during 
ignition cut-off based on a temperature of engine cool 
ant, When said internal combustion engine is started at 
the extremely loW temperature; 

injection timing setting means for setting injection start 
timing and injection end timing betWeen Which Wetting 
of said spark plug by fuel is less likely; 

ignition cut-olf times calculating means for calculating 
number of times of ignition cut-olf based on the set 
injection start timing and injection end timing and a 
calculated value of said requested injection amount; 
and 

start control means for carrying out ignition cut-off at the 
time of start at the extremely loW temperature based on 
a calculated value of the number of times of ignition 
cut-off. 

8. The control device of an in-cylinder direct-injection 
internal combustion engine according to claim 7, Wherein 

said start control means includes means for determining a 
?rst-injection cylinder in Which fuel Was injected ?rst 
during said ignition cut-off, and starting ignition When 
next fuel injection is performed in the ?rst-injection 
cylinder after the fuel in the requested injection amount 
for each cylinder is supplied to the ?rst-injection cyl 
inder. 

9. The control device of an in-cylinder direct-injection 
internal combustion engine according to claim 8, Wherein 



US 7,322,342 B2 
11 12 

said injection start timing and injection end timing 11. The control device of an in-cylinder direct-injection 
betWeen Which Wetting of said spark plug by fuel is less internal combustion engine according to claim 10, Wherein 
likely are timings except for timing around top dead said injection start timing and injection end timing 
center of the internal combustion engine. betWeen Which Wetting of said spark plug by fuel is less 

10. The control device of an in-cylinder direct-injection 5 likely are timings except for timing around top dead 
internal combustion engine according to claim 7, Wherein center of the internal combustion engine. 

said start control means includes means for determining a 12. The control device of an in-cylinder direct-injection 
?rst-injection cylinder in Which fuel Was injected ?rst internal combustion engine according to claim 7, Wherein 
during said ignition cut-off, and starting ignition When said injection start timing and injection end timing 
next fuel injection is performed after end of fuel 10 betWeen Which Wetting of said spark plug by fuel is less 
injection as many times as the calculated value of the likely are timings except for timing around top dead 
number of times of ignition cut-off for all cylinders center of the internal combustion engine. 
counting from fuel injection in the ?rst-injection cyl 
inder. * * * * * 


